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The six cylinder 4U/dU h.p. Rolls-Royce was 
introduced at the Paris and Olympia Motor Show 
in 1906 and continued in general production in 
England until 1925 and in America until 1926. 
Furthermore a number of War Office chassis were 
still being made in England in 1927. The Rolls- 
Royce Company in their modesty assessed this 
period as nineteen years and allowed Henry Ford’s 
Model T to claim the World record of twenty 
years for the longest period of production. 

Between 1906 and 1925 there were many 
changes and modifications. They can be verifed 
from the seven Silver Ghost Parts Books publish- 
ed periodically from 1909 to 1925, or from the 
sales catalogues, some of which are reprinted in 
“Rolls-Royce the Living Legend.” It would require 
a book of many pages to enumerate all the modifi- 
cations to small parts. The more important 


QUIDVIS RECTE FACTVM QVAMVIS HVMILE PRAECLARVM 


Whatever is rightly done, however humble, 15 noble 


modifications are described in the following 
paragraphs. 
Battery Ignition 

From 1906 to 1915 a trembler coil of Rolls- 
Royce design was used, with series P (1919) the 
modern (non-trembler) coil was employed, with 
a ballast resistance. A condenser was fitted inside 
the make-and-break cover of the distributor and 
the angle of the rotor was altered slightly. 

Before 1911 the distributor included a 
circular rotor which made contact with the six 
carbon brushes in the contact ring. The distributor 
was modified in series 1600 (1911) and had an 
oblong rotor and six adjustable platinum points 
instead of the carbon brushes. During R to U 
series (1922-25) a change was made to the modern 
type of distributor with a moulded bakelite cover. 


Royce, 1924 


Brakes 

Originally the hand lever operated internal 
expanding brakes on the rear wheels, the drums 
being about 12” in diameter with holes drilled 
through the friction surface to permit the regular 
washing out with paraffin (kerosene) of the 
metallic dust from the cast iron linings. An 
emergency footbrake operated external contract- 
ing shoes on the transmission brake drum situated 
at the rear of the gearbox. With Series A (1913) 
the transmission brake was abandoned in favour 
of 18” diameter rear wheel brakes with finned 
drums concentric with the smaller hand brake 
drums. These brakes sufficed until 1923 when 
servo operated four wheel brakes were introduced 
during R series. Some earlier models were con- 
verted by the Company to f.w.b. at a cost of 
about £250 which included the modified gearbox 
cum servo. 
Carburetter 

The 1906 single jet carburetters are described 
in “The Flying Lady” at P.704. There were 
several early changes including the introduction 
of twin jets. Until 1909 the air valve chamber was 
secured to the carburettor body by two screws 
and the air valve cover was held on in the 
same wav. From series 1100 (1909) both these 
joints were threaded in order to avoid distor- 
tion. For the London-to-Edinburgh Model in 
1911 the trottle valve assembly was increased in 
diameter from 3%” to 44” and there were several 
other changes which require to be chezked care- 
fully if parts are exchanged. All the early car- 
buretters, including the larger L-to-E model, were 
joined to the induction manifold by a flange with 
four bolts. From series D (1914) a threaded union 
was used in place of the four bolt flange and the 
large throttle and other modifications became 
standard. For the L to E model and from 1914 
to 1925 the 108” shaft of the air valve was 3” 
longer than for the earlier carburettors so that 
an exchange of air valves (which fit all models) 
could have a marked effect on carburetion. 
Excluding the earliest carburetters (e.g. 551) the 
throttle body was water jacketed but during 
series R to U (1928-25) it was heated by exhaust 
gas. (R to U series parts book unfortunately does 
not state the series in which any changes were 
made). 
Carburetter Mixture Control 

Originally this device mounted on the dash 
consisted of an operating handle, quadrant plate, 
and a long vertical spindle. With series 1400 
(1910) the mixture control was moved to the 
top of the steering column. 
Carburetter Starting 

In 1919 with Series J a priming device on the 
induction manifold replaced the earlier priming 
cup. The device was operated by a lever and 
remote control rod from the dash and drew petrol 
from the float chamber. During series P (1921) 
a more elaborate starting carburetter replaced 
the priming device. 
Chassis Frame 

From the somewhat slender proportions of 
the 1906 chassis frame, which continued in the 
same horizontal line to the rear end, the process 
was one of gradual strengthening and develop- 
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ment. By 1909 the chassis had been stepped up 
some 4” in height over the rear axle and by 
series 1700 (1911) massive tubular cross mem- 
bers replaced the channel section. 

From series 2600 the front cross tube was 
increased in diameter from 1-7/8” to 2-3/8” and 
at the same time the headlamp brackets, pre- 
viously held in tapered eyes in front of the cross 
member, were now inserted through the tube. 

In 1913 with series A a system of tie rods, 
fixed underneath the chassis to a number of King- 
posts, added further strength. Some _ earlier 


examples have been seen, but tie rods are not 
listed in the previous parts books. 


OUR ONLY SPRINGFIELD GHOST 1920/22 CHASSIS No. 154BG 
ENGINE No. 20-260 
As far as is known, the above car is the only Silver Ghast in Australia 
built at Springfield, Massachusetts, U.S.A. Bert Ward advises that it was 
purchased secondhand in the United States by a Dr. T. A. Palmer Benbow 
and brought to Australia in the early thirties. It is fitted with a Brewster 
body and has Waltham instruments, The headlights are American drum 
type and the split rims and hubs are of American design. Bert remembers 
it as differing from the English Ghost in detail including having a Bosch 
ignition system. Dr. Benbow was the medical consultant in the Pyjama 
Girl Murder Case at Howlong near Albury in about 1939. 


Chassis Lubrication 

During series P (1921) a change was made 
from the hexagonal Rotheram lubricators toe oil 
gun lubricators. 


Chassis Numbers 

(A complete list of Chassis Series appears at 
the end of this Article). 

In the absence of the chassis number plate 
which was originally fixed to the trembler coil 
cover (not used after 1915) or to the dash, the 
chassis number may be found by diligent search- 
ing in one or more of the following places: 

(a) on one front dumb iron (early models). 
on the front “bridge” of the gearbox. 
on the crankcase ledge under the carbu- 
reter. 
on the cross tube in front of the gear bov. 
on the shaft between gear lever and box. 
beneath pedal footplate. 
on each of the diagonal tubes between the 
universal joint and chassis. 
on lower edge of dash. 
(i) on the inside face of the bonnet hinge 

(late models). 


Cylinder Blocks 

From 1906 to 1910 the blocks each had a 
single water outlet pipe on top and the twelve 
sparking plugs were in line in the valve cover 
plugs. From series 1400 (1910) there were two 
water outlet pipes per block, different water 
jacket covers, and many other minor modifica- 
tions, the blocks being tapped for six sparking 
plugs in the intermediate positions. The valve 
guide holes are about }” further from the centre 
of the bore. Blocks are thus not interchangeable 
with the earlier engines because the valves will 
not be in line with the tappets. With D in 1914 
the number of studs was increased from 24 to 27. 
Engine 

The bore and stroke were originally 44” x 44” 
and the capacity was 7.036 litres. In about 1909 
the stroke was increased to 4%” giving a capacity 
of 7.428 litres. The records of Rolls-Royce Ltd. 
state that the change took place with series 1100, 
but as the long stroke crankshaft U.1748 was 
listed in the earliest parts book of 1909, it appears 
likely that the change was made somewhat earlier. 


1920 Silver Ghost 15CW Tourer by Barker ex David Jones now overseas. 


Engine Coupling 

This double universal joint connecting the 
drive shafts between the clutch and gearbox, 
consisted of a cage at each end, housing the 
cardan blocks and driving pins, and in the centre 
a distance piece to which the two cages were 
bolted. From series 2100 to series A in 1913 a 
friction-damped spring coupling was substituted 
but it proved to be unsatisfactory and was omitted 
in later models. When the spring type gave trouble 
it was replaced by the standard type of coupling. 

There were minor modifications in the shape 
and size of the couplings and from series B in 
1913 an adjustable bracket was inserted in the 
distance piece, to take up the end float. 

Wear and lack of lubrication over many years 
result in alarming vibration and rattles from the 
engine coupling. These can be remedied partly by 
fitting new or built up pins and blocks and partly 
by the fitting of springs to prevent end float 
and also springs inside the cardan blocks to 
reduce the radial movement. Such modifications 
were widely used in U.S.A. and are described in 
“The Flying Lady” P. 190 and 196. 

Engine Numbers 

These were stamped on the engine mountings 

on each side of the motor and they first appeared 
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in about 1911. From 1911-1915 the number was 
usually followed by one letter but no particular 
sequence appears in the lettering. In 1919 the 
chassis number letters appeared in some engine 
numbers but svon a definite system emerged — a 
letter followed by a number, the letter represent- 
ing the Derby chassis series from J to U. The 
identification of the series from the engine num- 
ber becomes of importance in following the 
various chassis modifications. Other letters such 
as H, L or Z are sometimes stamped with the 
engine number, but their significance does not 
appear (except when L is on the left hand side 
only). 

Exhaust System 

From 1906 to 1925 the same general exhaust 
layout was used to maintain the R-R principle of 
silence, twin exhaust boxes and a front and 
rear silencer. 

Until 1909 the rear manifold included a pipe 
union for petrol tank pressurisation. Before 1913 
the rear silencer, of which there were two sizes 
depending on chassis length, had a ‘fish tail” 
outlet. From series A in 1913 a tail pipe replaced 
the “fish tail” and was curved up and over the 
rear axle. 

There were two down pipes from the exhaust 
boxes until during the R-U series (1923-25) the 
rear down pipe was eliminated and the exhaust 
boxes redesigned. This occurred on the introduc- 
tion of four wheel brakes when the magneto was 
moved back to made room for the generator, both 
being driven in tandem. 

An exhaust cut-out previously available as an 
extra (judging by illustrations) was fitted to the 
intermediate pipe from series A (1913) onwards. 
Front Axle 

Before 1909 the front axle was bent down- 
wards in the centre and the end portions between 
spring and pivot pin were curved. With series 
1100 (1909) the central pertion was straightened 
and the ends were angled rather than curved. 
Between 1909 and 1923, the front axle underwent 
many minor modifications but the general appear- 
ance remained unchanged, until finally four wheel 
brakes were introduced with major changes. 


The controls of George Harris’ 1922 Smith and Waddington Replica Tourer 
on Silver Ghost chassis 12HG. 


Fuel Delivery 

The petrol tank was originally under the 
front seat. Delivery to the carburetter was by 
gravitation, assisted by pressurisation from a 
hand pump and exhaust gas pressure from the 
manifold through a regulator device with wire 
gauze filters. 

With series 1100 (1909) the tank was moved 
to the rear of the chassis, the exhaust gas system 
was discontinued and a mechanical air pump was 
mounted vertically on the near side front quarter 
of the gear box. This was a delicately designed 
compressor working from an eccentric on a shaft 
driven from the gearbox. A connecting rod, steel 
piston, brass cylinder, an inlet poppet valve and 
a brass delivery valve, all of minute proportions, 
delivered air at 8 lbs. per square inch or more, 
and the pressure was then reduced to 2 lbs. by a 
relief valve bolted to the chassis. 

Series J (1919) introduced a redesigned air 
pump which was installed horizontally on the 
front of the governor casing and driven by an 
eccentric on the distributor shaft. A built-in pres- 
sure regulator maintained pressure at 2-3} lbs. 
more efficiently than the previous relief valve. 
The air pressure system was finally replaced by 
the Autovac vacuum tank during the R-V series 
(1923-25). 


Gearbox 

From an examination of the gearbox one 
can tell to within a year or two, when the Silver 
Ghost was manufactured. 

Until 1908 the Silver Ghosts and earlier 
models were manufactured at Cooke Street, Man- 
chester. The circular inspection cover for the 
gearbox was accordingly inscribed ‘ROLLS- 
ROYCE MAKERS LONDON & MANCHESTER.” 
When production commenced at the new factory 
in 1908, “DERBY” was substituted for “MAN- 
CHESTER.” At this stage it was a four speed 
gearbox with direct drive in third, and the fourth 
gear was the overdrive or “sprinting gear.” Be- 
fore engaging reverse it was necessary to push 
the gear lever through the first gear position, 
which was not unusual in veteran days. The 
quadrant positions were:- 


R 
1 3 
2 4 


From series 1100 (1909) to series B (1914) 
inclusive the three speed gearbox was used, the 
quadrant positions being:- 

R 2 
1 3 

The mechanical air pressure pump Was in- 
stalled on the near side front of the gearbox 
commencing with series 1100. With all three 
speed gearboxes the inspection covers were oblong 
in shape with the corners rounded, and were flat 
in appearance except for the raised lettering 
“LONDON ROLLS-ROYCE DERBY.” From series 
1100 to 1600 (1909-1911) the reverse pinion cover 
on top of the gearbox had a curved surface. From 
series 1700 (1911) the reverse pinion cover was 
rectangular in shape, with the front edge cut at 
45 degrees — like a cheese dish cover — and 
this applied to all later 3-speed boxes. 
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Commencing with series 2400 (1913), and 
somewhat earlier with the Continental models for 
the Austrian Alpine Trial of 1918, a four speed 
gearbox was introduced and for a short time 
both three and four speeds were available. The 
reverse pinion cover was eliminated and the air 
pump was continued in the same position. Between 
series 2400 (1913) and series D (1914) the in- 
spection cover was of a similar obling shape and 
flat appearance with the raised inscription 
“ROLLS-ROYCE,” and from series E (1914) the 
inspection cover had a slightly curved surface. 
The 1918-25 quadrant positions were:- 

1 3 


R 


From series J (1919) the four speed gearbox 
continued but now incorporated the starter motor 
fittings in place of the air pump. The inspection 
cover continued as in 1914. 

The only other external change was on the 
introduction of the gearbox driven servo motor 
for four wheel brakes during the R-U series (1928- 
25), when the top side of the inspection cover 
was extended into an irregular shape. 

Throughout the whole Silver Ghost produc- 
tion, straight cut gears were used, with many 
changes of design, except that from series H 
(1915) onwards the constant mesh pinion and 
gear wheel were helical for greater silence. 


Rudge-Whitworth Patent Detachable Wheels for 1915. 


Pistons and Connecting Rods 
The changes in these components were many 
and various. The main modifications, some of 
which prevent the exchanging of parts between 
series, are:- 
(a) Reduction in big end bearing length during 
series 1600 (1911). 
(b) Increase of gudgeon pin diameter in series 
F (1914). 
(c) Reduction in length of small end bearing in 
series H (1915). 
(d) Length of connecting rod was reduced in 
series J (1919) and gudgeon pin was cor- 
responding lower in piston. 
Aluminum pistons were introduced for the 
special L-to-E models used in the Austra- 
lian Alpine Trial in 1914 replacing the cast 
iron pistons, and later became standard 
in 1919. 
Radiator 
The earliest radiator cores of vertical finned 
tubes were several inches less than the 20” high 
core which applied from 1909 to 1925; it will be 
noted that the veteran radiators are 6” in depth 
at the top tank and those made after 1919 were 
only 53’. Colonial and Alpine Eagle models had 
a core 22” in height with the capacity of twelve 
gallons for the whole cooling system. 
Rear Axle Ratios 


(e) 


Year Source of Series Bevel Pinion Type Ratio 
Information Wheel Teeth 
Teeth 
1907 Catalogue (a2) 500 (long) 65 22 Straight 2.95:1 
cut bevel 
(short) 65  26(b) * 2-5) 2 
1909 Parts Book 65 22 2.95: 
1909-12 im 1100-1800 daw) 65 22 2.95:1 
chigh) 65 24 PA he | 
1912 1900-2000 52 18 2.89:1 
1912-15 2100-H (low) 52 16 3.25:1 
chigh) 52 17 “ 3.06:1 
1019-21 J-O 52 16 Gleason = 3.25:1 
Spiral 
Bevel 
1921-25 O-U (ow) 52 14(c) 3.71:1 
(high) 52 15 3.47:1 
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(a) The Catalogue does not state the number 
of teeth in the Bevel wheel. The ratio is 
therefore an assumption, but it corresponds 
approximately with the speed given for the 
four gears — 12, 20, 35, 43 (long) and 14.5, 
24.5, 41.5, 55.5 (short) m.p.h. respectively. 


(b) A 26 tooth pinion is also mentioned in 1100- 
1300 parts book. 
(c) Note in parts book — “for chassis of 50 


cwt. gross weight and over.” 


Magneto Types 


1909 Catalogue Symms Bosch 


Chassis 1100 to 2050 Bosch D6 
Chassis 2051 to 2699 Bosch ZR6 
Series A to HEI Watford C6 


Series J to part of Series P Watford E6 

Part of Series P to Series U Watford EO6 
Shock Absorbers 

Peugeot type friction shock absorbers at 
front and rear were introduced with series 1100 
(1909) according to the parts catalogue. 

The rear shock absorbers were discontinued 
after series 2300 (1913) and HARTFORD friction 
shock absorbers were introduced with series P 
(1921). 

Springs 

Semi-elliptics plus a transverse platform 
spring comprising the rear suspension in 1906-7. 
Before Adrian Garrett’s No. 588 was delivered, a 
change was made to three quarter elliptics and 
this method was used until series 2100 (1913) 
when cantilever springs Were introduced. Canti- 
levers had previously been successfully tried on 
the London-to-Edinburgh model of 1911 and the 
subsequent replica chassis. On the first half dozen 
or so the cantilever was underslung and we have. 
no less than three of these in Australia and one 
replica — Val Stocks’ 1826 E. F. A. Palfreyman’s 
1884, G. W. Green’s 1972, P. McGrath’s 1910 E 
(replica). 


An early Rudge-Whitworth hub on George Green's 1912 Ghost 
— 1972. 


The same type of front spring was retained 
throughout the production period, but on the 
introduction of front wheel brakes in 1923 the 
moving shackle was placed at the front end. 
Evidently Sir Henry decided that this was the 
best position so that the rear of the spring would 
be rigid to take the braking torque at a stronger 
part of the chassis. The same system was main- 
tained on all models until i.f.s. was introduced in 
1936, although other manufacturers disagreed. 
Starter Motor 

Before 1919 electric starters were not sup- 
plied on production models although in Australia 
the heavy duty BOSCH 12/12 was often installed 
on the left hand side of the chassis engaging a 
ring gear on the flywheel. One example is also 
known of a special lower crank case supplied by 
R-R Ltd. in about 1920 for an earlier model; 
grafted into the right hand rear corner of the 
sump is a starter motor with Bendix gear. 

With the first post war S.G.’s in 1919 an 
electric starter was provided. This drove a shaft 
in the gearbox by means of sprocket and chain, 
the jaw clutch being engaged at the same time 
by means of an electro-magnetic device. 
Starting Handle Bracket 

The space between the front cross tube and 
the starting handle is of course taken up by the 
bracket. Whenever the height of the crankshaft 
was changed, the height of the starting handle 
bracket changed also. Thus the size of the brac- 
kets was reduced year by year from 1909 
(4 5/16”) until finally with series B (1914) the 
starting handle was hard up against the cross 
tube. 

Steering 

In the 1909 parts catalogue provision is made 
for ‘A’ and ‘C’ type steering, but in all later cata- 
logues four types appear — ‘A,’ ‘B,’ ‘C’ and ‘D’ 
the angle of elevation of the steering column 
varying, ‘A’ being the shortest and most upright. 
This necessitated four various lengths of steering 
columns and control tubes, the difference between 
‘A’ and ‘D’ being 4 1/8”. There were also corres- 
ponding variations in the length and shape of 
pedals and the gear and hand brake levers, too 
numerous to describe. 

The stationary tube for ‘A’ and ‘B’ type 
steering was secured to the dash bv a small 
bracket. Commencing with series 1700 (1911) the 
stationery tube for ‘C’ and ‘D’ types was secured 
by a supporting tube at right angles, the top be- 
ing bolted to the dash and the bottom end to 
the chassis cross member. 

The letters ‘A’, ’B’, ‘C’ or ‘D’ may be found 
stamped across the join at the top of the alumi- 
nium steering box. The Author’s 40 EU (1925) 
reads ‘C’ on ‘D’. 

Thermostat 

A large thermostat was installed in the front 
water outlet in series O (1921) with consequent 
alterations to the water pipes, the pipe to the 
radiator becoming almost horizontal. The thermo- 
stat was not supplied on chassis shipped to U.S.A. 
according to the parts book. 

Transmission 

From 1906 the drive was taken by open 

tail shaft from the spherical universal joint to 
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the straight cut crown wheel and pinion differen- 
tials, the housing of which was slender but 
beautifully made with “Rolls-Royce” in large 
letters on the flat side of the crown wheel cover. 
Two radius rods held the rear axle in position 
and the torque was taken by a large torque arm 
fixed to the chassis amidships with an adjustable 
spring loaded coupling. With series 1700 (1911) 
when no doubt the housing of the transmission 
— strong by comparison with lesser breeds — had 
failed on the bumping test machine, Sir Henry 
introduced the enormously strong torque tube 
and differential housing of massive proportions 
held together by countless bolts. This prevailed 
right through the PI era until it was superseded 
by the “Hotchkiss drive” open tail shaft on the 
Pal, an 1929. 

Vibration Damper and Timing Gears 

With series 1200 (1914), a spring drive de- 
vice was installed between crankshaft and timing 
gears and then during series 1500 (1911) the 
crankshaft vibration damper was introduced. The 
twin friction flywheels were 18 5/8” in diameter 
with 20 springs to provide tension for the friction 
surfaces. At this stage the engine wheel case 
(timing case) was redesigned to house the damper 
and its circular contours are unmistakable. Some 
earlier chassis were subsequently returned to 
the Company and fitted with vibration dampers 
outside the timing case; two such chassis have 
been located in Australia. 

From series J (1919) the flywheels were re- 
duced to 11” in diameter with 10 springs (later 
20 springs again) although the timing case re- 
mained unaltered until Series O (1921). 

The timing gears were straight cut until 
series 2300 (1913) when a change was made to 
helical gears. 

Wheelbase 

The advertised wheelbase in 1907 was 1363” 
for the short chassis and 143}” for the long. Two 
lengths in transmission parts are shown in parts 
books up to series 1600 (1911). From 1911 to 
1915 parts are only shown for the longer chassis. 
In 1919 the advertised wheelbase was 144” with 
a special long chassis of 1503” both of which were 
available until 1925. 


= ih 


A SILVER GHOST ARTILLERY WHEEL, COMPLETELY WOODEN SPOKED 


Wheels and Hubs 


_. Most of the early Silver Ghosts were fitted 
with wooden artillery wheels, ten spokes for the 
front and fourteen for the rear wheels. By 1909 
895 m/m x 135 m/m was the standard size tyre, 
but 875m/m x 105m/m had previously been 
used for the front and 880m/m x 120m/m for 
the rear tyres. 

Wire wheels and Sankey pressed steel 
wheels were also supplied and many Silver Ghosts 
up to 1913 were fitted with Rudge-Whitworth 
wire wheels with }” splines or the later fine 
splined R-W 100. 

The Dunlop patent wire wheel with Auto- 
matic Locking Device was announced in “The 
Autocar” on 8th July, 1911 and was soon supplied 
on some Silver Ghosts. The earliest Dunlop wheels 
were fitted with small hub nuts (P. III size). 

With series B (1914) Dunlop wire wheels 
were fitted as standard, with the large hub nuts. 
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Wooden wheels, although not recommended 
for dry climates, were still available but were 
changed to 12 spokes, front and rear, from series 
2500 (1913) onwards. 


CHASSIS NUMBERS OF EXISTING LONDON 


TO EDINBURGH SILVER GHOST 1911-1913 
by I. W. Rimmer, England. 


1701 Underslung Compary car ‘The Sluggard’ 
(R1075). 

1814 Underslung Cockshoot. 

1826E Underslurg Company car ‘The Mystery’ 
(R1265). 

1884 Underslung Australia. 

1950E Company car — Derby trials 
(K4811). 

1958 Underslung Australia. 

1985 Underslung Buenos Aires. 

2011 Liverpool. 


SILVER GHOST SERIES 


YEAR CHASSIS NUMBERS SERIES PRINCIPAL MODIFICATIONS 
1906-7 60539-60592 500 Twin jet carburetter: Throttle valve horizontal: 4 elliptic 
epringa: rear of chassia raised. 
1907-8 60700-60799 700 
1908-9 919- 999 900 
1909 1000-1015 1000 
1909-10 1100-1199 1100 3 Speed gearbox: mechanical air pump: 4%" stroke. 
1910 1200-1299 1200 
1910 1300-1399 1300 
1910-11 1400-1499 1400 New Cyl. blocks with 2 outlet pipes. 
19r1 1500-1599 1500 Vibration damper. 
1911 1600-1699 1600 Platinum points in diatributor. 
1911 1700-1799 1700 Torque tube tranamission: Tubular cross membera: L.E. Model 
with large carb and cantilever springs. 
1912 1800-1899 1800 
1912 1900-1999 1900 
1912 2000-2099 2000 
1912 2100-2199 2100 Cantilever aprings. 
1912-13 2200-2299 2200 
1913 2300-2399 2300 Helical timing geara. 
1913 2400-2499 2400 4 Speed gearbox introduced. 
1913 2500-2599 2500 
1913 2600-2699 2600 Front cross tube 2 3/8" diameter. 
1913-14 1-20CAl-59NA: 1-31M A Chassis tie roda: Double rear wheel brakes. 
1914 32-S6MA: 1-67AB:1-25EB 
1914 26-60E8: 1-68RB: 1-4PB c 3 Speed gearbox discontinued. 
1914 5-65PB: 1-62YB D Large carburetter with threaded union. 
1914 63-66YB: 1-67UB:1-23LB E 
1914 24-68LB: 1-49G8:1-29TB F 
1914-15 30-3778: 55TB: 1-32BD G 
1-32AD: 1-34ED:1-21RD 
1914-15 22-35RD: 1-37CB:1-32PD: H 
1-26AC 
1919-21 1-16X (show models only) - 
1919-20 1-36PP:1-48LW: 1-81TW: J Air pump on governor casing: Electric starter: Sy" rad- 
1-102CW fator: Priming devica. 
1920 1-121FW:1-165BW K 
1920 1-141AE:1-141EE L 
1920 1-81RE:1-81PE:1-81YE M 
1920-21 1-@1UE: 1-@1LE: 1-81GE N 
1-81TE:1-107CE 
1921 1-123NE:1-182AG: 1-198LG fe] Thermoatat (not supplied to USA) 
_1-213MG:1-765G 
1921-22 1-97UG:1-91SG: 1-94TG P Priming device replaced by starting carb. 
1-43KG: 1-44PG: 1-43RG 
1-81YG: 1-812G:1-102HG 
1923 1-100LK: 1-100NK: 1-63PK rR) 4 Wheel brakes: one down pipe. 
1923-24 1-135EM: 1-71LM:1-103RM s) Generator ahead of Magneto. 
1924 1-241AU:1-103T™ nD Moulded bakelite H.T. Distributor. 
1925 1-126EU u) 
1920-27 1-279 Wo (War Office) i” 
SPRINGFIELD USA CHASSIS 
1921 CE,NE,AG,LG,MG, JG) Numbers 
1921-22 UG )drawn at 
1922 SG,TG,BG Jrandom. 
1922-23 276-400 KG 
1993 391 -495xH1 326-450HE: 
51-1755H 
1924 176-300KF : 301-400LF: 6 volt system from 201 KF. 
401-450MF 
1925 §51-100LK 
1925 §101-200MK:5201-300PK LH Drive: 3 speeds: double battery ign- 
1925 $301-400RK:5401-406FK 
1925-26 $109-225ML 
1926 $226-325PL 
1926 $326-403RL R-R Tubular Bumpera: Vertical shutters. 
NOTE: 
(i) The fiqures 60 were also used on some of 900 series e.g. 60922. 
(ii) “Commencing C series No. 13 chassis will not be used”. 
(iii) For U.K. Silver Ghosts from 1920 the series may be identified by the engine number prefix. The 
division into series from J to U is an approximate guide only. The series overlapped and R-R 
Ltd. have no complete list. 
tiv) Springfield Silver Ghosts used the figures 20,21,22 and 23 as their engine number prefix. 


CUSTOMS CONCESSIONS 

A By-Law remission is no longer necessary 
for parts new or secondhand for vehicles over 
30 years of age. It is merely necessary to prove 
to the Customs officials or the Customs Depart- 
ment of the P.M.G. that the parts are for a 
vehicle of this age. Sales tax must be paid on 
all items. 


BENTLEY MK. VI AND SILVER DAWN 
STANDARD BODY DOOR HINGES 

It is not always possible to interchange these 
hinges because they are individually fitted to 
each door by machining metal from the back of 
the hinge plate. 

To repair the hinge — remove, dismantle and 
fill holes. Re-drill and assemble the hinge in- 
cluding hanging doors. Obtain a flat blunt 


instrument and place this against the slide flange. 
Tap this gently bending this flange into the slide 
to take up slack. Do not do this too much as the 


hinge will be tight. 
BENTLEY MK. VI AND SILVER DAWN 
FOG LAMPS AND HEAD LAMPS 
Lucas Australia advise the replacement later 
model insert with curved glass and plated centre 
are now obsolete and when the small stock now 
held is exhausted no more will be available. 
Headlights are available in limited supply 
from Magneto Repairs, Cricklewood, England at 
£27 for Bentley and £37 for Rolls-Royce plus 
packing and postage. These include shell and rim. 


TWENTY H.P. OIL CAPACITY 

The owners handbook indicates the oil in the 
sump should be § gallon in some books and 
1 gallon in others. The company amended this 
recommendation some years ago but many owners 
are not aware of the new recommendation. 

The level should be maintained at 10 pints 
for all models regardless of the handbook recom- 
mendation for that chassis. 

Peter Shellard. 


A HISTORY OF ROLLS-ROYCE CARS IN 
WESTERN AUSTRALIA 

The number of Rolls-Royce cars to come into 
W.A. before the first and second World Wars was 
not great though over a hundred of all types 
including Bentleys are in W.A. now. Just for the 
record it would be as well to provide the story 
of those cars which came here new or are Western 
Australian by length of stay! 

The first Rolls arrived around 1910. Not 
much is known of the car though a local of the 
day later recalled that “... Svdney Emanuel, one 
of the noted pastoralist brothers, imported W.A.’s 
first Rolls-Royce about 1910. This car had Palmer 
cord tyres costing £40 each and among the first 
examples of cord tyres in W.A. and famous Roi 
des Belges coachwork ... but the Rolls was even 
then a byword for perfection and in the years 
just before the Great War pastoralist Sydney 
Emanuel set the motor world abuzz with his im- 
portation of the first Rolls-Royce .. .”” The photo- 
graph (Plate 1) by kind courtesy of Mr. Tim 
Emanuel shows the car new at the race course. 
It has not been possible to determine the chassis 
number from Mr. Fred Robinson’s Silver Ghost 
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Register. The later history is not known although 
a picture immediately pre Great War in the W.A. 
Motorist and Wheelman shows a slightly moder- 
nised early Ghost owned by the Duval family. 
As it is almost certain that no other Rolls arrived 
other than the next one I shall describe, it would 
be fair to assume this could be the Emanuel car 
in different hands and a new guise. 

About 1914 a second Ghost came to Perth 
imported by Mr. A. E. Cockram of 2 King’s Park 
Road, West Perth. It was a Colonial model, re- 
gistered P431 and recorded in the RAC Hand- 
book of the day. Cyril Poole, doyen of W.A. 
motorists, remembers taking delivery of the car 
at the docks about 1914 or 1915. Its post 1918 
history is not known, nor is its chassis number 
(Plate 2). 


1950 Silver Wraith WGC24. 


It was about 1923 that the Falconer family, 
wheat belt farmers, bought 170B, a 1915 Barker 
tourer registered 6559 (see Praeclarvm, Winter 
19638 page 16 page 196 for picture) and still in 
the family. Another car still in the family is 
39LM, a Ghost truck though with the front portion 
of the original coachwork intact. After the last 
war the family bought 54EM, a 1924 Martin and 
King saloon brought to Perth in the 30’s by Mr. 
Jacoby the Managing Director of the brewery. 
This car too is still kept but as with the others 
it’s early history is not known. 

There was no established agent or service 
depot for Rolls-Royces in Perth before the Wars. 
TI should have thought Dalgety’s the obvious choice 
so I rang Mr. E. G. Langdon of Nedlands who 
was manager of their motor operations in that 
period. He recalls that the only Rolls-Royce after 
the Great War that they had anything to do with 
was a new 20h.p. with Windovers body which 
was diverted to Perth but due to local recession 
was sent East for sale. So I wonder how the three 
or four newish Rolls in Perth were maintained, 
if there was no local agent? 

From here on the story becomes less detailed 
as precise information on many cars is unavail- 
able. Two 20h.p. cars can be mentioned here. 
One, 1926 chassis GZK30, came to Perth in the 
30’s. An Oldsmobile body was fitted and disc 
wheels welded onto the hubs. lt exists today as 
a sorry bare chassis. The other, chassis GPK52, 
a 1925 was originally imported new in Sydney for 
Lady Mackellar. In the 30’s a Martin and King 


saloon was fitted to replace the Windover 
limousine, and either immediately before or soon 
after the last War Andrew Tait MacLennan of 
Hyden, W.A., bought it. He fitted an 8 gallon 
reserve tank, and lay back seats to save on hotel 
bills. The car saw heavy service and is today fully 
restored and a delight to use, owned by Mal 
Stevenson. It has the 3 row spoke wheels for 
colonial conditions. 

The story of Phantom IIIs in Perth is a bit 
hazy. Member Denis Robinson of Albany tells of 
a reputed PIII being bought after the last War 
by an Eastern state delegate to some conference 
here and driven home. Another, chassis 3CM105 
I think, was once stolen, without damage, and 
later went to the Glover family in Melbourne 
after it’s stay in Perth having first come from 
the service of a bank in Adelaide. 


1914 Silver Ghost of Mr. A. E. Cockram. Chassis number unknown. 


Two Phantom I’s made their appearance in 
Perth after the last War. One, chassis 25LF was 
bought by Major Porteous in Dongara and after 
his ownership, deteriorated badly. In 1973 it 
reputedly went to Queensland. Originally it was 
a long chassis D steering tourer imported by All 
British Motors for Mrs. T. Lake in Melbourne. 
Later it acquired its present ugly Martin and 
King body and cut down wheels. The other, chas- 
sis number unknown, is a Park Ward limousine, 
brought from Adelaide in 1950, by Sydney Ander- 
son the motoring character. This “character” was 
created by chromium plating a rear wing on one 
car and making a Ford special with engines at 
each end. The Rolls survived with only the ignomy 
of yellow upholstery and is today languishing 
safely in a garage awaiting restoration. Mr. An- 
derson committed suicide some years ago. A third 
Phantom J is 48UF, a Windover limousine, owned 
and restored by Con Keogh in Kalgoorlie, was 
acquired by him in 1956 from Bullen’s Circus 
passing through the town. It was Bullen’s who 
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also had a Phantom II ute which I saw in Perth 
about 1963 but is now in the East somewhere. 
And one other Phantom II which stayed here a 
while was chassis 93MW, Arthur Mulliner limous- 
ine. It was bought by a former owner of the ex- 
Sydney Anderson Phantom J. It then went to 
Mr. Ludlow a Perth motor engineer who, wishing 
to demonstrate the car’s economy, connected a 
gallon tin of motor spirit to the carburetter and 
ran at about 18 m.p.h. until the gallon ran out. 
It returned 34 miles per gallon. This was not 
however convenient for normal use so after some 
time he sold the car to some Eastern states people 
and in turn it went to David Jones, who restored 
it and it now resides in S.A. 

In 1947 Mr. Daniels of Maylands, a gravel 
contractor, imported from England a 1932 Arthur 
Mulliner 20/25 limousine chassis GAU72. The car 
saw much local use until later sold to Mr. Paul 
Rigby and Mr. Gordon Raad, the car despite some 
debility proving to be a consistent winner in Club 
events. And in 1957 Dr. Day, an English emigrant 
medico brought with him a 1930 Hooper sedanca 
de ville 20/25 chassis GWP85. It was later sold, 
in 1964, to Patrick Kane White who learned to his 
cost that the car had not been maintained. He 
restored it and it now flourishes in Victoria. 

And there the story ends of Rolls-Royce which 
have a substantial W.A. history. Many others 
have come since the marque became popular as 
collectors pieces. Since the last War most models, 
especially Silver Shadow, have sold well. The 
agents from 1954 to 1968 were Diesel Motors and 
from 1968 Winterbottom Motors. One of the first 
new Rolls-Royces to arrive was the 1950 Silver 
Wraith (Plate 3) now owned by member Dennis 
Sowden; and the first long boot Silver Dawn, 
imported by Mrs. Harper was used by Rolls-Royce 
Limited in their pictorial] magazine Rolls-Royce 
Bulletin in 1955. 

Tom Clarke. 


The gata change of RHD post-war cars. An annual inspection by removal 
of the gear lever leather boot, usually reveals much debris inhibiting 
action and promoting wear. Inspect for wear on side of lever at ‘A’. 
This is usually caused by rubber ring buffer ‘B’ swelling and preventing 
lever moving fully to right. The ring can be pared in place. There should 
be enough left to dampen lever striking against the right side of the gate. 


FROM THE EDITOR 


Despite assurances to the contrary, I feel 
obliged to burst into print if only to share with 
all readers the news that fills my mail box be- 
tween issues of Praeclarvm. Unfortunately, letters 
to the editor are a luxury We cannot afford due 
to space limitations. For this reason I will attempt 
to precis the news I have received and apologise 
in advance for any misrepresentations! 

One of the most exciting pieces of news was 
an advice from Alastair Angas of Clare, South 
Australia, that he held historical documents of 
his father’s experiences in Africa in the first world 
war and most importantly the account of attempts 
to use Silver Ghost scout cars in the South West 
region. This proved to be impractical due to the 
limitations of the tyre equipment of the day. We 
will have a scoop on this epoch of Rolls-Royce 
history in Praeclarvm shortly. 

The subject of history brings me to Bert 
Ward who recently celebrated 59 years association 
with Rolls-Royce. Whilst I have an obvious per- 
sonal gratitude to Bert for his efforts to fill these 
pages, I wonder how many members reflect on 
the service that he gives to the Rolls-Royce legend. 
In the climate of frenetic change in which we 
live today, I for one find not some little comfort 
in the tradition and consistancy of quality of the 
marque. Bert Ward has taken the trouble to record 
his experiences with that marque, many of them 
far from edifying, yet through his writings comes 
clearly a love of the engineering philosophy of the 
Company and a respect for the efforts that have 
been expended in producing these vehicles. Per- 
haps even more importantly he has recorded the 
saga of the Rolls-Royce family in Australia. This 
is our heritage and if not recorded whilst fresh 
in the memory will die for ever. 

Tom Clarke writes from London and com- 
ments on Pedr Davis’ article on the Flying ladies 
at some length. He quotes from an article by 
Gerhard P. Woeckel and says in part: 


I can find no record that the mascot won a 
Gold Medal weeks after its unveiling. It did how- 
ever win one in 1920 and has subsequently been 
much exhibited. Woeckel gives good reasons why 
we should doubt Eleanor Thornton being the mas- 
cot’s model and it has even been suggested that 
it looks more like Sykes! Just add a few feminine 
touches ... ! For all that Miss Thornton and 
Lord Montagu were torpedoed on the Persia in 
1915, not 1913. The measurement of the mascots 
that Pedr gives are confusing as the points of 
measurement is not given. Ideally, front, back and 
wingspan are needed. The show mascot was 28” 
high. The 20/25 mascot is higher than the Cloud 
and Shadow mascot. These measurements, 
4 11/16” and 4 5/16” respectively, are base to 
wings. When the kneeling mascot was produced in 
1934 Sykes wasn’t in his seventies — born in 1875 
he must have been 59. 

As Pedr says no definite inspiration could be 
named for the Spirit of Ecstasy. To say that the 
Victoire de Samothrace is the most likely (now 
in the Louve) is to disregard the very obvious art 
nouveau influences in the mascot. Sykes was 
greatly influenced by his teacher Walter Crane 
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at the Royal College of Art. He names a statue 
at the 1900 Paris Exhibition, which Montagu and 
Sykes saw, placed above the entrance, which is 
very much like the mascot. In Crane’s work much 
that influenced Sykes’ flowing sculptures can be 
seen. I think it is a bit unfair to judge Sykes from 
a few cartoons and sculptures. Other sculptures for 
private commissions show his ability as a glance 
at the Walker Galleries catalogue of an Exhibition 
of his work in 1951 would show. The 1910 R-R 
Catalogue included reproductions of his paint- 
ings, now unlocated, and though we can’t see the 
originals the reproductions show competent work. 
The mascot is so obviously his best work that his 
other work is overlooked. 


eA il 


Psst! You want to buy a cheap Rolls-Royce. 


Tom Clarke also raised a few comments on 
his observations on importing cars into this 
country and their compliance with Automotive 
Design Regulations. One titbit I did come across 
was that there were 15 privately imported Silver 
Shadows in the country that could not be legally 
registered here due to their not having the 
correct equipment fitted. 

Frank Harper of Rolls-Royce Motors Austra- 
lia also was kind enough to pass some observa- 
tions to us on Tom’s remarks. Frank sent a copy 
of the article by Tom to the Department of Motor 
Transport in N.S.W. and their comments could 
be summarised as follows. 

(a) The article is inaccurate in a number of re- 
spects and cannot be read ‘across the board’ 
in all States, as each State has its own inter- 
pretation of the Federal laws on ADRs and 
Importation/Customs requirements. 

In N.S.W. the regulation governing the ap- 
plication of a Compliance Plate to a used car 
has been quite drastically changed recently 
and a new requirement in this regard is due 
to be issued shortly. 

The Department went on to advise that people 
in Tom’s position talk to the various State aut- 
horities before committing themselves since what 
may be the facts and procedures in one State may 
not be the same for the others. 

In fairness to Tom, he had to rely on advice 
that he received in London which was apparently 
not accurate. Since there is a variation in inter- 
pretation of the Australian Design Regulations 
between States could representatives enquire into 


(b) 


their own State situations and share them with 
us all? I have nothing but sympathy with any 
car manufacturer who has to vary his cars to suit 
the individual licensing authorities. But for this 
to apply equally for a small volume manufacturer 
such as Rolls-Royce is mind boggling. Someday 
I hope to find out just what special measures have 
to be applied to Australian Silver Shadows to get 
them into the country. 

With the aid of New South Wales member, 
Ray Millington. we hope to have the Federal Re- 
gister in vour hands next month. This is a gratis 
job by Ray as far as effort goes and we are 
looking forward to the flood of information from 
members when they find themselves listed a3 own- 
ing a four cylinder 8 litre Bentley and living at 
Alice Springs. The rest of the story is in the 
foreword to the Register. 

Whilst on the subject of Registers, Horton 
Schoellkopf the Registrar of the RROC of America 
writes that their new register is to be put on 
computer — such is progress. 

At the Federal Rally this year an informal 
meeting of members produced a number of obser- 
vations by Barrie Gillings the Club Historian, 
about dissemination of information on the Cars. It 
is quite amazing to find members unaware of the 
printed material that is available in the Club 
circuit on their cars and I believe that we should 
make every effort to at least make the sources 
known to members. To this end I am preparing to 
duplicate the topic index of the American Flving 


Lady Journal that should be held by all Branches. 
Should members wish to join the American Club 
we facilitate entry as far as nossible. I personally 
hold a library of nearly all technical manuals, 
spares lists and service bulletins issued on all 
post war cars up to the early Shadows. Members 
are welcome to the information in them although 
I have yet to fathom a method of extraction. A 
request to ‘Please send me everything vou have 
on a Silver Dawn’ would set me a 2000 page 
photocopying task which clearly would be im- 
practical. 

Peter Shellard wrote a long letter, parts of 
which are produced in toto being further details 
on technical matters. Other comments by Peter 
include a reference to a Mr. H. H. Wheeier of 
Euroa, Victoria, who has had continual ownership 
of a Silver Ghost since 19380. (Wish you had told 
us the chassis number Peter). Can anyone beat 
this record in Australia. Peter goes on to point 
out the fact that if headlight units for a Silver 
Dawn can increase in price from $26 to £37 in 
two years it would be worthwhile forming a com- 
pany of shareholders to bulk purchase parts for 
cars prior to S2 vehicles. He envisages a minimum 
of 20 shareholders, each of $250 capital. For de- 
tails write Peter. 

Max Ward (son of Bert) also wrote to say 
that he used the wax I referred to in the article 
on the restoration of switchboxes. The detail is 
included in the Service Directory. 


Bill Coburn. 


A well known Victorian wreck — Phantom I| 186XJ with which the owner 

will not port. The chassis was despatched fram England with 120XJ to a 

Mr. Mallock of Sydney in December, 1929 and was consequently sent to 
Melbourne to be resold. 


EDITOR’S NOTE 


Contributions are invited dealing with Rolls- 
Royce and Bentley products or associated material. 
Photos should be black and white gloss prints. 
All references to cars should include the chassis 
numbers. Whilst every care is taken to check 
information published, no responsibility can be 
accepted for errors. 


SERVICE 
DIRECTORY 


\ 


CAR POLISH 


Bruce R. Ross Pty. Ltd. 340 Pennant Hills Road, 
Pennant Hills, N.S.W. 2120 have now secured the sole 
Australian agency for FORMULA International Car 
Care Produc‘s. These are not only recommended by 
the factory but are supplied with each new car. The 
polishes come in three grades. Formula 1 is a heavy 
duty polish for restoration of badly weathered surfaces. 
Formula 2 is a single application liquid polish for new 
and well maintained paint and Formula 3 is a deep 
lustre car wax sealer. All three products are liquid and 
come in 200z. tins. Due to past difficulties in obtaining 
these products Bruce Ross is prepared to supply direct 
to members on receipt of cheques or money orders for 
the following amounts. Formula 1 — $3.20; Formula 2 
— $3.20; Formula 3 — $3.70 These figures DO NOT 
include postage. Please add same to your cheques. The 
cans weigh 800g each packaged. 


WAX FILLER 


Kwikfyl is a wax filler for light engraving on metal, 
vulcanite, bakelite, ivorine, etc. It comes in a variety 
of colours including white and is ideal for the restoration 
of the lettering on switchboxes, steering bosses and 
switches. It is available from Alfred Herbert (A/Asia) 
Pty. Ltd., corner Taylor and Booth Streets, Annandale, 
N.S.W. 2038. The price at the time of writing was $1.72 
per stick plus postage. 


CLUBS 


Rolls-Royce Enthusiasts’ Club, Lincroft, Montacute Road, 
Tunbridge Wells, Kent, U.K. 
£6 overseas membership, £3 entry fee. Excellent Bulletin 
published every two months with advertising supplement 
3000 members. Spares service. 
Rolls-Royce Owners’ Club Inc., 1822 North Second Street, 
Harrisburg, Pennsylvania, U.S.A. 17102. 
$US10 overseas membership. Excellent Flying Lady 
published every two months, first issue 1951. 3000 mem- 
bers. Has an Australian section. 
20 Ghost Club, Silverwood, Golf Club Road, Hook Heath, 
Woking, Surrey, U.K. 
Membership by invitation only. 
Midland Rolls-Royce Club, 49 Wolverhampton Road, South 
Rirmingham, U.K, B32 2AY. 
100 members, Spares service. 
Rolls-Royce and Bentley Owner Drivers Club, Coach 
House, Whistler’s Wood, The Ridge, Woldingham, Surrey, 
U.K. 
300 members, infrequent magazine. About £3. Closely 
associated with Jack Compton, the old-established R-R 
repairers and one time rebodying firm. Spares. 
Bentley Drivers’ Club, 76A High Street, Long Crendon, 
Aylesbury, Bucks, U.K. 
2400 members. Excellent quarterly Review. Spares Ser- 
vice. Covers all Bentleys. £5, plus £5 entry fee. 


OVERSEAS SERVICES 


Appleyard Rippon Automobile Centre, Roseville 
Leeds, Yorkshire, U.K. LS8 5QP 
The official pre-war spares service. Also make spares 
if sufficient orders. 10% discount to R.R.E.C. members. 
Adams and Oliver, Ramsey Road, Warboys, Huntingdon, 
U.K. 


Road, 
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The first and the largest second hand spares service. 
Stock pre and post War cars, their spares, and manu- 
facture spares such as mudguards, radiator caps, mas- 
cots, discs, exhausts, valves, wheelspanners, Some tools. 
A major source for all spares large and small including 
coachwork spares. 

Stan Brunt Ltd., Stonewall, Silverdale, Staffordshire, U.K. 
An important R-R repair depot especially on rebuilding 
pre-War engines, V-12s etc. Large stock of spares and 
manufactured spares, 

J. Fildes, 2 Bridgewater Road, Stourton, Stourbridge, 

Wores, U.K. DY7 6RW. 

Pre-War secondhand spares. 

John Fasal Somerton Motors, 10 Daleham Mews, London. 

NWS3. 

Repair depot for small horsepower pre-War cars. Stocks 
of spares, tools and small bits. 

Bax Doland and Somerset, Old Sungate Cottage, off Col- 

lier Row Road, Romford, Essex, U.K, RM5 2BT. 
Secondhand spares, 20/25 kingpins, 20 kingpins, driving 
dogs. 

John Baines, Kingsway Service Station, Kingsway North, 

Warrington, Cheshire, U.K, 

Secondhand spares. 

RREC Spares, Charles Tabor, Sutton Hall Farm, Roch- 

ford. Essex, U.K. 

New and secondhand spares for members only. Much 
good stuff. 

Terry Talbot, Willow Lodge, Church Road, Warton, near 

Preston, Laneashire, TI.K. 

Secondhand spares, handbooks. 

B. Wade-Palmer, Cupernham Grange, Cupernham Lane, 

Romsey, Hampshire, U.K. 

Vast array of secondhand spares Perhaps better known 
as the builder of the cars for the Lawrence of Arabia 
film. 

Langford and Knight Ltd., 34 Russell Street, Notting- 

ham, Notts, U.K. 

Steel and stainless steel exhaust systems all models. 

S. Erskine, 5 Woodlawn, Kingston Vale, London, S.W. 15. 

Spares, replica mascots. 

Lighting and Ignition Co., 14 Claremont Way Industrial 
Estate, Cricklewood. London, NW2. 

Spares for original R-R and B electrics, magneto and 
coil rewinds, services, etc. 
Complete Automobilist, 39 Main Street, 

Peterborough, U.K. 

Important source for new vintage and veteran spares 
and accessories. Also old parts, lamps, etc. Rubber 
sheet and section. Coachwork items. Excellent catalogue. 

Paul Beck. Barney’s Farm, Happisburgh, Norwich. U.K. 

NR12 ORX. 

Important source for new vintage and veteran spares 
and accessories. Also old parts, lamps, etc. Rubber sheet 
section. Coachwork items. Excellent catalogue. 

Vintage Tyre Supplies Ltd., Jackman Mews, North Cir- 
cular Road, Neasdon, London, NW10. 

All pre and post War tyres and inner tubes. 

Charles Mortimer, Corner House, Bulls Green, Ewhurst, 
Surrey, U.K. 

Large service in secondhand motoring literature, 
magazines, handbooks, catalogues. Ask for R-R and B 
lists. 
Connoisseur Car Books, 70 Chiswick High Road, London, 
Ww4. 
New motoring books and some secondhand. As Aus- 
tralian prices are so high members should order in Eng- 
land taking advantage of normal price and good ex- 
change rates. 

Chater and Seott, Syon Park, Brentford, Middx, U.K. 

TW8 8JF. 

As for above. 
Liddell and Horner, Westover Farm, Goodworth Clatford, 
Andover, Hampshire, U.K. 

Spares for pre and post War cars. 


Baston, near 


PANEL RENEWALS 


The firm of Daws and North Pty. Ltd., corner Beacons- 
field Parade and Esplanade East, Port Melbourne. 320", 
made an S series front wing to replace a crumpled mess 
and are equipped to wheel any new or replacement 
body panels required. The S series fender rebuild was 
cheaper than a new one from the Factory. 
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NEWS FROM THE BRANCHES 


QUEENSLAND 

The annual meeting for the election of a 
new committee was held on 13th July, at the 
oe of Reg and Dolly Wood at Tingalpa, Bris- 

ane. 

The last straggler finally arrived after 
making a screaming ‘U’ turn at the Royal Queens- 
land Yacht Club’s boat ramp on the foreshores 
at Wynnum, completely ignoring those magnfi- 
cent Rolls-Royce and Bentley cars which were 
conspicuously parked on the front lawn at Wondall 
Road, Tingalpa. 

Somewhat shamefaced and apologetic, Wal 
Moorhouse, finally convinced he was at the right 
place, joined his fellow members and proceeded 
to arrange some order from the previous chaos 
and so the meeting began. 

Those elected to committee for the coming 
year are as follows:— 

President: Fred Haughtey. 
Secretary/Treasurer: Wal Moorhouse. 
Ist Vice President: Brad Page. 

2nd Vice President: Allan Cooper. 

After congratulations and appreciation by 
acclamation of fellow members, a successful meet- 
ing was brought to a close. 

All retired to the garden for a picnic lunch 
in the warm winter sun, a perfect day marred 
only by the columns of smoke billowing forth 
from Fred and Wanda’s barbecue. However after 
threats of expulsion, said barbecue was well under 
control and smoked steak was the order of the 
day. Quite tasty too I’m told. 

The only sad note was that Barry Sparks had 
to make a hasty dash to the local Pharmacy with 
Brad Page who had arrived from Buderim much 
the worse for wear after a night of revellery. 
Last we saw him, he was still trying to decide 
which was worse, the cure or the complaint. 

Those present were: Fred and Wanda 
Haughtey, Wal and Kerry Moorhouse, Greg Dun- 
stan, minus Sue, Barry and Fay Sparks, Ted and 
Nan Pollard, Joe Bell, Jack and Gwen Murphy, 
Allan and Mary Cooper and Reg and Dolly Wood. 

And so as the sun sank slowly in the west, 
all went their several ways content in the know- 
ledge that an able Committee had been formed 
to steer us through the coming year. 

Dolly Wood. 


A new addition to the Canberra scene R.R.E.C. member Al Hicklings 1922 
20h.p. 42G7 fitted with a Salmons body. 


VICTORIA 

In our last contribution to “Notes from the 
Branches,” (Ne 75-3), we had just got over our 
concurs d’Elegance in May and we had decided 
that the Federal Rally to Albury in June would 
be enough for that month. At least as far as club 
outings were concerned. 

On Friday, 4th July, about ainety members 
and friends assembled in the ‘‘Koot” Restaurant 
at the Koovong Tennis Club for our annual dance. 
With wining, dining, prizegiving and dancing, 2 
good time was had by all and about one third of 
those present went on late to Ian Dodd’s house 
and soldiered on — those with the most stamina 
(or were they the weakest?), departing at about 
4 a.m. 

I should perhaps mention for the benefit of 
our readers in other countries and particularly 
those who are tennis fans, that it is on the courts 
of the same Kooyong Tennis Club, in Suburban 
Melbourne that many Davis Cup matches have 
been played. The word ‘“‘Koot” is presumably taken 
from the Kooyongkoot Creek which runs nearby. 
July Outing: Our plan was to revisit a spot near 
Pakenham Upper (about 44 miles south east of 
Melbourne) that we patronized in August of last 
year, for a barbecue picnic. It is on a disused 
section of the road from Pakenham to Gunbrook, 
surrounded by trees and secluded. lt is also easy 
to find, when one knows how, at least the first 
386 miles afforded us no trouble, but who knew 
where we were going, were entertained by a few 
members who managed to pass us going the 
opposite way. They also thought they were head- 
ing ir the right direction. 

Winter smiled on us and turned on an ideal 
day for the sixty odd people who, armed with tie 
lubricants of their choice, made short work of the 
tucker they brought with them. 

A good turnout of the right kind of motor 

cars made the day. Three Ghosts, three Twenties 
and Robert Skillen’s Phantom II (a_ recent 
acquisition from Western Australia) were support- 
ed by one Dawn, one S.C. I, one S.C. III and two 
Shadows. John Callaway’s 44 litre Bentley was 
in turn supported by two Mark VIs, one ‘R’ Type 
Continental, one 8.1, one S.I Continental and one 
S.II. 
August Outing: On Saturday, 17th August, we 
broke new ground and went to an old gold min- 
ing centre called Steiglitz, “Stiglitz” to the locals. 
It is now only a small village, situated in lovely 
country 52 miles south west of Melbourne and is 
somewhat off the beaten track. An interesting 
drive once off the main road. 

We paused for morning tea at the Exford 
Reservoir and had our picnic luncheon at Steiglitz, 
having passed on the way there the remains of 
old mine shafts. About 48 people turned out for 
the day in one Ghost, three Twenties, one Dawn, 
one S.C.I, one S.C.III, one Corniche, two S.Is, one 
8.2, and about five cars from other stables. 
September Outing: This was held on Sunday, the 
fourteenth and the occasion was the last day of 
the ten day Kyheton Daffodil and Arts Festival. 

After a 52 miles trip in a north westerly 


direction to Kyheton we were joined by Gerald 
McKenna. who lives nearby, in his Twenty, and 
midday took part with him in a short local grand 
parade and procession through Kyheton. 

After this we went on for a further 16 miles 
to Coliban Park, a property owned by Mr. John 
Barbour, who welcomed us in his Silver Dawn 
which, incidentally has been driven by him for 
over 431,000 miles in its twentyfour years. We 
had lunch on the preperty and afterwards 
were able to see an exhibition of sheep shearing, 
a cattle muster and a display of spinning and 
weaving. 

An interesting day in excellent weather for 
about fifty members and friends, but the turn- 
out of only twelve Rolls-Royce and Bentley’s was 
disappointing. We managed to field one Ghost, 
three Twenties, three Dawns (including our 
host’s), two S.C.IJs, one S8.C.III, one Mark VI, 
one 8.2, and several others of different brews. 
Rodney Coyle’s S.I. Continental came about half 
way, but when a suspected sticking valve man- 
ifested itself Rodney thought it prudent to return 
to base. I have since learnt that, after a pause for 
cooling, it gave no more trouble. 

Patrick Kane - White. 
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The 3 photos of Phantom || 137RY, show a gas producer we fitted during 
petral rationing. On the rear we fitted the hopper, held on to the rear 
cross member by 20h.p. connecting rods and built into the boot. The boot 
lid was removed. On the front is the filter, mounted on the front cross 
member, The engine had an extra manifold and contro! unit which had 
to be made up and fitted. It all worked very satisfactorly and when 
the engine was completely dismantled, overhauled and all 
bodywork restored. 


removed, 
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BERT WARD — SIXTY YEARS WITH R-R 

Imagine a job in which you and one other 
serviced all R-R cars in Australia, maintaining 
them to a standard personally set by Frederick 
Royce. 

That was the lot of Bert Ward in August 
1916 when he joined the Rolls-Royce repair depot, 
located at Broadway, on the outskirts of Sydney’s 
city centre. 

Two years previously Frederick Royce had 
sent Mr. B. A. Peat to Australia to establish the 
depot and thus ensure that his cars were main- 
tained as meticulously as he had built them. Peat 
chose the location, hired and trained a mechanic, 
then took on fourteen year old Bert Ward as a 
general rouse-about. 

Anyone who has encountered Bert’s encyclo- 
paedic knowledge of the marque would suspect 
that his association goes back even further. They 
would be right. Bert was interested in Rolls- 
Royce cars before coming to Australia. 

He was born in Stourbridge, near Birming- 
ham, U.K., in 1902. At the age of eight, at a time 
when few people had even heard of Mr. Royce, 
Bert saw and promptly sat in a Silver Ghost. His 
elder brother, a most proficient mechanic, had the 
job of repairing it. 

In 1913, the five Ward children migrated 
with their parents to Sydney. Brother Harry, the 
mechanic, immediately bought a wrecked Brush. 
Aided by the envious Bert, he rebuilt it and 
taught his younger brother to drive. The die 
was cast. Bert Ward’s life’s work was mapped out. 

After working for two years as a general 
hand in the tiny Rolls-Royce depot, Bert was 
signed on as an indentured apprentice. Once the 
depot was running satisfactorily, Mr. Peat re- 
turned to the U.K., the Sydney firm of Dalgety 
and Company taking over the N.S.W. Rolls-Royce 
agency. A condition of this arrangement was that 
their workshop would be managed by a factory 
trained mechanic. Mr. Alf Appleby, (father of 
Don, York Motor’s present service manager) came 
out from England for this job. Bert also trans- 
ferred to Dalgety and completed his apprentice- 
ship under Alf. 

As the depression years approached, Alf and 
Bert became disenchanted with the quality of 
service they were able to provide under the 
Dalgety administration. A crisis came in 1930 
and Alf Appleby was asked to leave. The company 
asked Bert to stay on, offering him an extra 5/- 
a week. Instead he joined Alf in a partnership, 
formed January 1931, to repair and maintain 
the cars thev both knew best. The factory svon 
recognised the quality of their work and in 1933 
rewarded them with the selling agency for N.S.W. 

After World War Two, the partners took 
stock of their situation. Alf, who had worked 
with Lord Hives when on the shop floor, knew 
that Rolls-Royce had ambitious plans which would 
include expensive showrooms and other facilities 
for the Australian distributors. As the partners 
lacked the capital to expand in this way, they 
held discussions with Mr. Maurie Shmith, of York 
Motors. When Lord Hives arrived in Sydney he 
agreed to an arrangement whereby York Motors 


took over the N.S.W. distribution, with the part- 
ners in charge of the service facilities. 

The contract period was for twelve months, 
but, as things turned out, Alf retired from York 
Motors in 1948, and Bert spent the rest of his 
working days with York Motors. 

Bert, who retired in 1967, has been actively 
connected with the restoration of Rolls-Royce 
cars and is now in the sixtieth year of his associ- 
ation with the marque. He is also looking forward 
to his fiftieth wedding anniversary in June 1976, 
and has just taken possession of his 56th driving 
licence. His memory for individual cars, their 
idiosyncrasies and history is prodigious. He 
worked on every model from the Ghost on- 
wards but though he drove the first Shadow to 
reach this country, he never worked on it. His 
detailed knowledge of the other cars is, however, 
without parallel in Australia, because he not only 
managed the workshop but insisted on knowing 
the most intimate details of every new job. 

“T always believed.” he said, “that if I wanted 
a mechanic to do the job right, I should have 
practical experience on the particular problem 
myself.” I became a sort of trouble shooter, fixing 
all problems when they first arose, then showing 
the mechanics what to do. Initially the whole 
country was my beat. Later I travelled all over 
N.S.W. working on Rolls-Royce and Bentley cars. 


ROLLS-ROYCE CARS USED DURING THE 
WAR FOR USE OF DEFENCE 


Editor’s Note: | asked Bert if he knew of a legendry Rolls-Royce that 
was supposed to have been presented to the General Officer Cam- 
manding in New South Wales by Dame Nellie Melba. This drew a 
blank with Bert but produced the following. 


With the start of World War II on 3rd Sep- 
tember, 1939, many Rolls-Royce cars went off the 
roads. By the end of 1940 95% of these cars in 
N.S.W. were stored in garages, but still registered. 
Since with petrol rationing owners obtained petrol 
for the cars, the amount allowed depending on 
what they claimed the car was used for either 
business or pleasure. They used this petrol for 
smaller cars. My allowance, as I was classed as a 
Service Manager was eight gallons for business 
and seven gallons private, total 15 gallons per 
month! 

Chassis 41 UF 

Towards the end of 1940 the Defence forces 
asked the public for cars, as they were short of 
vehicles. 

A Mr. B. J. Johnson of Edgecliffe, N.S.W. 
owned a Phantom I chassis No. 41 UF, fitted 
with a Hooper 7 passenger limousine body, and 
despatched from England in November, 1927. 
The car was taken by the army and was re- 
ducoed the usual army colours and used in Sydney 
by the High Hats who enjoyed riding in a Rolls- 
Royce car. 

Once the Americans came into the war and 
made their headquarters in Australia, plenty of 
American cars arrived and the Phantom I was 
dumped at the then army car dump at North 
Ryde. 

When I found 41UF, the body had been ripped 
off, the engine just about to be removed, most 
instruments taken, even the hand brake lever was 
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One experience was not typical, but it was 
amusing. I was asked to inspect a Mark VI at 
Talwood, nearly 600 miles from Sydney. The only 
way to get there was to fly to Turraweena in a 
DC3, then in an 8 seater Avro Anson via Narribri 
to Goondiwindi. I had to drive a further 80 miles 
in pouring rain to the homestead. 

I was met by a British owner who offered 
me a rum. After the drink he disappeared for 45 
minutes then reappeared, dressed to the hilt in 
an immaculate dinner suit, and invited me to 
join him. I felt more embarrassed than somewhat 
when I sat down at a splendid table in my crumpl- 
ed lounge suit. 

Bert savs that all Rolls-Royce models have 
needed modifications to suit the local roads and 
climate. He has no special favourite and has 
never personally owned a Rolls-Royce, His cur- 
rent transport is an Austin 1800. 

Bert’s article in London and Derby and in 
Praeclarvm are among the best of their type 
published anywhere in the world. He writes, or 
rather dictates, fluently with an astonishing 
memory for detail and almost total recall of 
names, dates, incidents and technical mods. 

He has promised one day to write more 
about the personal side of his association with 
the marque. It is a document which club members 
will eagerly await. 

Pedr Davis. 


| NEW SOUTH 
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THIS TICKET MUST BE ENDORSED IN INK 
QV CONSUMER WITH NAME, LICENCE NUMBER 
AND VEHICLE REGISTRATION NUMBER 


(OP THE COMMONWEALTH OF AUSTRALIA 


MEMORIES 
Many readers will not admit that they have seen one of these, Bert Ward 
presented the Editor with a genuine item which with excise tax as it is 
today had ominent portent for the future. 


gone. A friend of mine since 1927, A. Brighton, 
decided to purchase same and we managed to get 
the remains transferred to the Rolls-Royce Ser- 
vice Station of Appleby and Ward in Chippendale 
in 1946. We rebuilt the chassis and some parts 
had to come from England, but it was a good 
chassis when finished and Mr. Brighton drove it 
home to Moss Vale. 

A grazier named Campbell Jaquet of Rowena, 
N.S.W., later purchased 41UF and he had a body 
built in England in the style of a two seater boat- 
decked tourer. This body was shipped out to 
Sydney and fitted to the chassis. Campbell Jaquet 
is still driving this car. 

Chassis 79TC 

Another Phantom I car chassis No. 79TC, 
which was also fitted with a 7 passenger limousine 
body, and despatched from England in June, 1926. 


The owner, a Mr. Maurice Leventhal] brought out 
an English, Rolls-Royce trained chaffeur. 

When petrol rationing started, the car was 
put up on blocks in their garage and when the 
possibility of an invasion of Australia by the 
Japanese was recognised the National Emergency 
Service asked for cars to be used for ambulances 
or emergency vehicles. Mr. Leventhal had died 
so his wife gave 79TC to the N.E.S. to be used 
as an ambulance. The body was altered to suit 
and was stationed in the Liverpool area. Just 
where this Phantom I disappeared to 1 do not 
know as no trace of same has been found. 
Chassis 87K9 

Another Rolls-Royce car that disappeared 
during World War II was a 20h.p. chassis No. 
87K9, despatched as a chassis from England, 
September, 1923 and fitted with an open 5-seater 
body by Smith and Waddington, Sydney. This 
car was on the showstand at the Royal Easter 
Show in 1924 and purchased by Mr. J. McLean 
who had an hotel in Junee, N.S.W. He moved to 
Bondi, Sydney. In the early 1930’s Mr. McLean 
died and the 20h.p. was bought by a Mr. R. D. 
Bertie a Solicitor living in Port Morseby, New 
Guinea. During his stay in Sydney, he taught Mr. 
Bertie how to handle the car and supplied a 
driver for his stay in Sydney. He drove the car 
to Brisbane where it was shipped to Port Moresby. 

At different times he would return to Sydney 
with the car for a service, the last time in 1939 
when it had a complete overhaul and was shipped 
back to Port Moresby. That is the last we have 
ever heard of Mr. Bertie or 87K9. 

Several people 1 know who have visited Port 
Moresby since the war have enquired or tried 
to locate the car. 

In 1966 John Fasal was travelling the world 
to try and locate and record all 20 h.p. Rolls-Royce 
cars and I told him about 87K9. He visited Port 
Moresby but he could not locate or get any in- 
formation about the car. 

Bert Ward. 


Thought to he the first Silver Shadow written off in Australia SRH. 18264 
Courtesy Cooma Monaro Times. 
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Two potential fire hazards in the boot of the post-war standard steel body. 
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